NATIONAL TRANSPORTATION SAFETY BOARD
Office of Aviation Safety
Washington, DC 20594

May 24, 2006

AIR TRAFFIC CONTROL FACTUAL REPORT

DCAO06MAOQ09

A. AIRCRAFT ACCIDENT

Location: Chicago, Illinois
Date/Time: December 8, 2005 / 1914 Central Standard Time

December 9, 2005 / 0114 Coordinated Universal Time®
Aircraft: N471WN, Boeing 737-700, Southwest Airlines Flight 1248

B. AIR TRAFFIC CONTROL GROUP

Ms. Sandy Rowlett, National Transportation Safety Board (NTSB), Washington, D.C.

Mr. Barry Anshell, National Air Traffic Controllers Association (NATCA), Chicago,
Illinois

Mr. Dan Diggins, Federal Aviation Administration (FAA), Washington, D.C.

Captain Stan Humphrey, SWAPA, Houston, Texas

Mr. Patrick Dempsey, SWA, Dallas, Texas

C. SUMMARY

On December 8, 2005, 1914 central standard time, Southwest Airlines flight 1248, a
Boeing B-737-7H4 registered as N471WN, overran runway 31C at Chicago Midway
Airport in Chicago, Hllinois, during the landing rollout. The airplane departed the end of
the runway, rolled through a blast fence, a perimeter fence, and onto a roadway. The
airplane came to a stop after impacting two automobiles. Instrument meteorological
conditions prevailed at the time. The airplane was substantially damaged. The flight was
conducted under 14 CFR Part 121 and had departed from the Baltimore/Washington
International Thurgood Marshall Airport, Maryland.

LAll times in this report are expressed in Coordinated Universal Time (UTC) except for the controllers’
work schedule, which is in local time.


http://www.bwiairport.com/
http://www.bwiairport.com/

D. DETAILS OF THE INVESTIGATION
1. Group Activities

The ATC Group met at Chicago Midway Airport (MDW) Tower on Friday, December 9,
2005 and met with the Greg Hayden, MDW Air Traffic Manager, Chris Beyer, MDW
Staff Specialist, and Michelle Behm, the Hub Manager who provided a briefing regarding
the sequence of events. The group was advised that the facility is not equipped with an
Airport Movement Area Safety System (AMASS), and it does not have a ground radar
system although the facility is scheduled to receive an ASDE-X. The group provided
Mark Olsen, ATO-S, with a request list for information, reviewed training records,
recorded voice communications and the radar playback of the accident sequence. On
December 10, the group interviewed the local controller, supervisor and two ground
controllers. On Sunday, December 11, 2005, the group completed the field notes and
finished the field portion of the investigation.

2. History of Flight
Radar data for this accident was obtained from the Federal Aviation Administration
(FAA) Chicago Terminal Radar Approach Control (TRACON), (C90), Chicago, Illinois.
The radar data used for this report came from the ASR-9 (QXM) radar antenna that is
located at latitude/longitude N41-37-17.38 / WO087-46-10.12, elevation 669.7 feet,
magnetic variation 2 degrees west. The radar antenna supplies data to an Automated
Radar Terminal System (ARTS) 1A at C90.

The “History of Flight” begins with the C90 Sector 1 approach controller who provided
services to SWA1248 inbound to MDW.

At 0103:36, the pilot of SWA1248 made initial contact with the sector one controller who
instructed the crew “...[ATIS?] Victor current, intercept ILS runway three one center,
RVR?® 5500.” The crew acknowledged and advised they would get the ATIS. A few
seconds later the C90 controller said, “Southwest twelve forty-eight is eighteen miles
from Gleam, cross Gleam at four thousand, cleared ILS 31 Center approach®” and
confirmed the crew was maintaining 210 knots. The crew confirmed their speed and the
approach clearance.

At 0104:30, C90 advised the crew, “...braking action reported fair except at the end
where it’s poor.” The SWA1248 crew acknowledged.

2 Automatic Terminal Information Service is defined in the Aeronautical Information Manual (AIM)
Pilot/Controller Glossary as: “The continuous broadcast of recorded non-control information in selected
terminal areas. Its purpose is to improve controller effectiveness and to relieve frequency congestion by
automating the repetitive transmission of essential but routine information.”

® Runway Visual Range. For further information about RVR, see section 8.

* See figure 1 for the MDW ILS Z RWY 31C approach plate.
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Figure 1. MDW ILS Z RWY 31C approach plate



During the next minute, the MDW tower controller and the C90 controller discussed the
possibility of permitting the snowplows on runway 31C to remove the snow.

At 0106:26, the C90 controller instructed the SWA1248 crew, “...reduce speed to 170 to
Runts, contact tower at Runts.” The crew acknowledged.

At 0109:52, the crew of SWA1248 contacted the MDW tower local controller. The local
controller said, “...Continue for three one center, the winds zero nine zero at nine braking
action reported good for the first half poor for the second half.” The crew acknowledged.

At 0110:44, the previous arrival, N603KF, a Gulfstream 4, reported braking action as
“fair to poor”.

At 0112:25, the SWA1248 requested a landing clearance. The local controller said,
“...runway three one center cleared to land, wind zero nine zero at nine braking action
fair to poor.” The SWA1248 crew replied, “kay.”

Because of the falling snow, the local controller stated in his interview that he could not
see the departure end of the runway thus asked the SWA1248 crew if they were “clear of
three one center”. At 0113:50, the crew responded, “We went over the end”. Once the
controller determined they had gone off the end of the runway and needed the emergency
equipment, the Supervisor activated the crash, fire, and rescue phone to notify the
appropriate personnel.

3. D-ATIS® Information

Chicago Midway Airport information victor zero zero five three zulu,
wind one zero zero at one one, visibility one half snow freezing fog,
ceiling four hundred broken one thousand four hundred overcast,
temperature minus three, dew point minus five, altimeter three zero zero
six. | L S runway three one center approach in use, landing and departing
runways three one also departing runway four right. Notices to airmen:
runway three one right one three left closed, runway four left two two
right closed, runway three one left one three right closed. All fixed wing
departures contact clearance delivery on one two one point eight five. V F
R departures indicate type aircraft, field location, and requested heading.

® Digital ATIS DIGITAL-AUTOMATIC TERMINAL INFORMATION SERVICE (D-ATIS) is defined in
the AIM Pilot/Controller Glossary as “The service provides text messages to aircraft, airlines, and other
users outside the standard reception range of conventional ATIS via landline and data link communications
to the cockpit. Also, the service provides a computer-synthesized voice message that can be transmitted to
all aircraft within range of existing transmitters. The Terminal Data Link System (TDLS) D-ATIS
application uses weather inputs from local automated weather sources or manually entered meteorological
data together with preprogrammed menus to provide standard information to users. Airports with D-ATIS
capability are listed in the Airport/Facility Directory.”



Readback all runway hold short instructions. Advise on initial contact you
have information victor.°

4. Runway Visual Range (RVR)’

The MDW Tower Local controller did not issue RVR information to any inbound or
outbound flightcrew.

5. Braking Action Reports®

Local Call Sign Type Controller Issued Braking | Pilot Reported Braking
Time Aircraft Action for Runway 31C Action for Runway 31C
1847:05 | United 1446 EA320 Fair to poor
1850:11 | United 1446 EA320 Fair
1850:22 | Southwest 2920 B737 Fair by an Airbus that just
landed
1853:10 | Southwest 2920 B737 Fair and it’s poor at the
end here
1857:42 | Southwest 321 B737 Fair and then poor at the end
by your company a couple
minutes ago
1859:53 | Southwest 2947 B737 Fair and then poor at the end | None provided
1901:15 | Southwest 321 B737 Braking action at the far
end of the runway is poor
1901:33 | Southwest 321 B737 Good first half of 31
Center, poor the second
half
1901:52 | Southwest 1830 B737 Good for the first half, poor | None provided
for the second half reported
by your company

® When asked why ATIS “V” did not contain braking advisory information, facility management
responded: “The Supervisor and controller working the Flight Data position failed to recognize that the
criteria for braking action advisories had been met. It is the Supervisor’s responsibility to recognize the
requirement and ensure they are put on the ATIS. He did not remember to do it.”

" RVR s defined in the AIM Pilot/Controller Glossary as: “An instrumentally derived value, based on
standard calibrations, that represents the horizontal distance a pilot will see down the runway from the
approach end. It is based on the sighting of either high intensity runway lights or on the visual contrast of
other targets whichever yields the greater visual range. RVR, in contrast to prevailing or runway visibility,
is based on what a pilot in a moving aircraft should see looking down the runway. RVR is horizontal
visual range, not slant visual range. It is based on the measurement of a transmissometer made near the
touchdown point of the instrument runway and is reported in hundreds of feet. RVR is used in lieu of
RVV and/or prevailing visibility in determining minimums for a particular runway. 1. Touchdown RVR -
The RVR visibility readout values obtained from RVR equipment serving the runway touchdown zone. 2.
Mid-RVR - The RVR readout values obtained from RVR equipment located midfield of the runway. 3.
Rollout RVR - The RVR readout values obtained from RVR equipment located nearest the rollout end of
the runway.”

& Obtained from recorded voice communications at the local control position.




1906:44 | N565CC C500 Good for the first half, poor
for the second half
1907:50 | N603KF GLF4 Good for the first half, poor
for the second half
1909:08 N565CC C500 It’s poor right now (crew
indicated they  were
passed taxiway A)
1909:56 | Southwest 1248 B737 Good for the first half poor
for the second half
1910:44 | N603KF GLF4 Fair to poor
1912:26 | Southwest 1248 B737 Fair to poor
1913:50 | Southwest 1248 B737 Reported off the runway

6. Runway Use

Bruce Metz was the MDW Tower Supervisor on duty on December 8, 2005, at 2047
UTC when the decision was made to use runway 31C for arrival aircraft. He provided
the following information in a written statement:

“l was the Supervisor on duty in the control tower. The winds were
favoring runway 4R. At 1940Z, the weather began to deteriorate and by
2004Z the visibility had reduced to ¥ mile, below most user minimums.
At 2020Z, C90 requested approval to send a few aircraft to runway 31C
because of the reduced RVR minimums. | advised them to watch the
winds and approved the request. At 2031Z, runway 31C braking action
was poor and we stopped arrivals due to snow plowing. Snow was heavy
at that time. At 2046Z, C90 requested to change to runway 31C. | stated
that | didn’t know if anyone would take runway 31C considering the
winds but that we would make the official change to runway 31C.
Runways 13C and 4R were still below minimums. Runway 31C reopened
at 2100Z and by 2109Z the RVR was 3000 and braking action was poor.
The option to change to runway 13C was not viable because the visibility
was below user minimums.”

Chicago TRACON was asked to explain how the traffic flow at MDW impacted ORD, or
vice versa. The Safety Board received this reply:

O’Hare International Airport (ORD) and Midway International Airport
(MDW) both reside in airspace controlled by Chicago TRACON (C90).
The two airports are just over 13 miles apart. The airspace surrounding
these airports was designed primarily for ORD. All other airports within
the C90 airspace arrive separated by ORD arrivals using vertical
separation, arriving at a lower altitude.



MDW has three primary configurations: ILS 31C, ILS 4R, ILS 13C. When
utilizing the ILS 31C, MDW will also circle to runway 22L. The only
arrival configuration at MDW that has an impact on ORD is the ILS 13C
approach. Because of the proximity to ORD and the final approach course
for 13C at MDW, ORD cannot utilize runway 22L for arrivals or
departures. This restricts the number of arrivals and departures that can be
accommodated at ORD.

MDW departures to the east and to the west normal[ly] do not interact
with ORD departures. MDW departures to the north and south are
blended together by C90 prior to be[ing] delivered to ZAU [Chicago Air
Route Traffic Control Center].

The C90 Traffic Management Unit (TMU) Log for December 8, 2006 indicated
that beginning at 2010 UTC, ORD was landing runways 14L and 14R and
departing runways 4L and 4R.°

7. Training Records

Luis Garcia (LC) Local Control
Entered on duty (EOD) FAA: August 2, 1991
ATW ATCT: December 20, 1991
CGX ATCT: October 5, 1992
MDW ATCT: September 29, 1996
CTO: November 18, 1991
LAWRS: June 23, 1992
Facility rated, MDW: June 18, 1998

Medical certificate was current with no waivers or restrictions.

Michael Julius (ZT) Supervisor

EOD FAA: September 3, 1985
Cleveland Center: September 3, 1985
Lunken ATCT: September 17, 1987
Munsie ATCT: October 17, 1988
Indianapolis ATCT: June 2, 1991
Indianapolis Center: January 21, 1996
MDW: January 25, 1997

CTO:

January 17, 1989

Facility rated, MDW: July 31, 1997

® See section 13 for the C90 Traffic Management Unit’s Log Summary for December 8, 2005.



Medical certificate was current with a limitation to wear corrective lenses for distant
vision while performing ATC duties. He was also required to have glasses for near
vision in his/her immediate possession while performing ATC duties.

8. Interviews'®

Mr. Luis Garcia (LG) Local Control
Represented by Ron Adamski, NATCA

Mr. Garcia was interviewed by the ATC Group on December 10, 2005. In response to
questions, he provided the following information:

He entered on duty with the FAA in August 1981 at the FAA Academy. His first facility
was in Appleton, WI, in December 1991. He stayed at Appleton for 9-10 months then
transferred to Meigs Field until September 1996 when he transferred to Midway ATCT.

Mr. Garcia was qualified as a Controller-in-Charge (CIC) and an on-the-job instructor
(OJTI). He stated that his medical certification was current with no restrictions or
waivers.

Mr. Garcia was not in the military and was not a pilot.

Mr. Garcia had rotating days off from week to week and his days off prior to the accident
day were Sunday/Monday followed by 1500-2300 shifts on Tuesday and Wednesday.
On the day of the accident, Mr. Garcia was assigned a 1400-2200 swing shift and arrived
at the facility at about 1245. (He noted that he could flex the shift 30 minutes and earn 1
hour credit time.) He reported the weather at that time as cloudy but not yet snowing —
“snow on the grass from previous storms but no snow on the pavement.”

Mr. Garcia had reviewed the RAPTOR and listened to the recorded voice
communications prior to the interview with the ATC Group. He reported that he signed
on position by 1300 local time and recalled working ground control (GC). He reported
traffic was steady the whole day but could not remember if it snowed while he was
working GC.

Mr. Garcia recalled signing on the LC position approximately 35 minutes before the
accident and reported the weather as “snowing heavily”. He stated that two GC’s, (one
working aircraft and the other working airport vehicles), FD/CD combined, and LC were
open. LC was responsible for aircraft departing runway 4R and landing runway 31C as
well as aircraft within a 5-mile ring around the airport.

Mr. Garcia reported that when he assumed LC, the traffic was “pretty busy” and there
was sufficient spacing between arrivals on final.

10 See section 9 for the controllers’ statements.



When asked what he remembered about the accident flight, Mr. Garcia reported the
following:

He recalled seeing SWA1248’s radar target on the bright radar indicator tower equipment
(BRITE) at about a 10-mile final and he monitored the flight’s progress while on final.
On initial radio communication with the crew, he issued the wind speed and direction,
and braking action. He then stated he was coordinating with another tower controller for
snow removal, obtaining braking action reports, and approving runway crossings. He
recalled asking preceding pilots for braking action reports and recalled coordinating with
airport personnel/vehicles. He stated that coordination with airport personnel/vehicles
was not accomplished on the intercom. Mr. Garcia did not recall the ground speed or
altitude of the accident flight and reported nothing abnormal about the approach. He
recalled the flight paths of the two aircraft that landed before SWA1248 and reported that
he lost sight of both of them on runway 31C as they passed runway 4R. Mr. Garcia said
that while he could see aircraft lights, he could not see the actual aircraft. He recalled
asking the Gulfstream IV (G-1V) for a braking action report and inquired if the G-IV
could make taxiway A — which the pilot reported he could. As he was about to issue a
landing clearance to SWA1248, the pilot asked for a landing clearance, which he then
provided as well as the braking action of “fair to poor”. He recalled seeing SWA1248’s
lights as the flight passed over the runway and cross runway 4R. He then cleared an
aircraft for takeoff from runway 4R.

He became concerned that he didn’t receive a position report from SWA1248 after
landing because he thought he had sufficient time to exit the runway. He then asked
SWA1248 if he was clear of runway 31C to which the pilot reported that he was off the
end of the runway. Mr. Garcia asked the pilot if they need the emergency equipment and
the pilot reported “yes”. He advised the supervisor who activated the crash phone.

When asked how he kept track of braking action reports, Mr. Garcia reported that he
normally writes them down on his pad but did not recall if he did in this case because
everyone was reporting the same information. When asked if he passed these reports on
to anyone, Mr. Garcia said he shouted it out to everyone in the cab. When asked if
anyone acknowledged his reports he said he could not remember. When asked if he ever
confers with the city guy®' in the cab, Mr. Garcia said “not usually” but remembered
trying to create a gap on final for the snow removal equipment.

After SWA1248, C90 planned to build a gap in arrivals to allow the plows to clear the
runway.

In response to the question of what conditions are required for the city to plow the
runway, Mr. Garcia said that per a city memo, anytime a braking action report was
“poor” the city would close the runway. He did not recall if they closed the runway prior
to the accident.

11 City Operations assigns a person to the tower cab during snow removal procedures.



He reported that all tower equipment, including RVR, was working properly.

Mr. Garcia provided the requirements to issue RVR values (prevailing visibility of 1 mile
or less or a RVR of 6000 feet or less), but did not know why he failed to issue the RVR
to SWA1248 even though there was a reportable value. He stated he was “very busy”
and had no other explanation for not issuing the information.

He did not know where SWA1248 touched down on runway 31C, but stated probably
between taxiways K and Y. He could not see wheels, just lights. When asked to describe
the lights, Mr. Garcia stated that he saw bright white lights from SWA1248 that
illuminated the sides of the runway.

Mr. Garcia said he believed the runway lights were on their highest setting and reported
that he usually does not have any say in the runway configuration (arrival and departure
runways) as that is a supervisor’s job.

He was working local control from the LC2 position in the cab’? and reported that he had
good visibility towards runway 31C with no obstructions to vision. He could see the
runway lights but not the actual runway surface and did not ask to re-position.

b N

Figure 2. Midway Tower Diagram

He reported that GC1 was responsible for vehicles operations and that GC2 was
responsible for aircraft operations.

12 See figure 2 for the MDW Tower diagram.
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While Mr. Garcia knew at the time of the interview, he said he did not know at the time if
anyone had declined an approach to runway 31C due to the wind and/or weather and
said, “no one mentioned it”.

He reported that he could see the lights of plows going down the runways but not the
actual equipment. He did not recall having vehicles other than friction tester on runway
4R prior to the accident. He did not remember seeing the airport vehicle “sweep” runway
31C while he was on LC.

Mr. Garcia did not recall anyone complaining about the ILS or glideslope and did not
recall hearing the ILS/GS alarm activate.

He said that SWA1248 looked “normal” on final approach and that all he saw was lights
and did not recall if a friction test was done on runway 31C.

Mr. Garcia configures the BRITE range to “no more than 10-15 miles”.
He recalled hearing someone yell out “snow is coming down fast”.

He couldn’t recall where N5CC touched down on the airport. When asked if anything
triggered his thought process when a Citation rolled to the end of the runway, he replied,
“no”, he was worried about the next arrival. “Sometimes Citations roll to the end, some
exit on taxiway Y some to the end.” When asked for a braking action report, the pilot
reported “poor here”.

He didn’t recall where N3KF touched down. The landing “looked normal”. He allowed
enough time for the plane to “come out of reverser” to ask if the pilot could exit at
taxiway A. Because he was concerned about the Citation on taxiway F, he instructed
N3KF to hold short of that taxiway and contact GC. Typically he can hear the reversers
on aircraft as they land but because of the noise in the tower he couldn’t and just
calculated in his mind when to ask.

He didn’t hear SWA1248’s reversers because he wasn’t listening for them and it was
very noisy in the cab.

He stated that pilots have declined a runway because of the tailwind component. For
example: if a pilot experienced a windshear on final they would go-around on their own;
aircraft 40-50 miles out ask for different runways and they try to accommodate them. He
didn’t know the 7110.65 requirements for the tailwind component and runway
assignment requirements.

He stated that he lost sight of the aircraft (they could only see the lights of the airplane---
not the airplane) while the airplane was on landing roll because of the snow.

He did not ask the operations person or supervisor to conduct a runway check. He stated
that is usually between the supervisor and city. There was no friction test conducted on
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runway 31C while he was signed on LC; they had done one earlier on 31C while he was
on GC. While he was on LC they did a friction test on runway 4R.

Mr. Garcia stated that the supervisor activated the crash phone and the response by the
emergency personnel was “quick”. They went out and down runway 31C.

At 2047 UTC, they changed to runway 31C because it dropped below landing minimums.

Snow was coming down very fast. They were building a gap between arrivals to sweep
the runway because Execlet needed better runway conditions. SWA1952, arrival
following SWA1248, would be last before they did the snow removal operations.

When asked what kind of a gap is needed on final to allow the vehicles to clear the
runway, Mr. Garcia said about a 35-mile gap or 20 - 25 minutes.

He was wearing a headset monitoring frequencies 118.7 and 119.45 (arrival frequency).
Frequency 121.5 is monitored off to the right and behind him through a speaker. When
asked whether he was standing or sitting on position, Mr. Garcia said both and said he
was standing and sitting because he has to stand to see arrivals on runway 31C. He was
most likely standing for SWA1248 because he was watching the intersection so he could
depart runway 4R.

Mr. Garcia stated that the snow plows would never plow half the runway, they always do
the entire runway. They would not exit at taxiway A unless they were doing a loop to
cover the entire runway.

He said that MDW ATCT makes the runway determination and did not recall any
pressure from outside sources.

He said that when the winds are over 10 knots they will go to ILS RWY 31C with a circle
to runway 22R - “pilots love 31C”.

The only PIREP’s Mr. Garcia solicited were for braking action.

Michael A. Julius (ZT) Supervisor
Represented by Mark Tomicich, FAA Legal

Mr. Julius was interviewed by the ATC Group on December 10, 2005. In response to
questions, he provided the following information:

He started with the FAA in 1985; he’s worked for the FAA for 20 years. He started as a
co-op at Cleveland Hopkins (up/down facility), transferred to Lunken; Muncie, IN;
Indianapolis Approach; ZID TMU. Transferred to MDW in January 1997. He is a
certified professional controller (CPC), Supervisor, as well as an OJTI. In January he’ll
have 9 years experience as a Supervisor at MDW. He had no pilot experience and no
military ATC experience.
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His days off were Tuesday and Wednesday prior to the accident. Thursday, the day of
the accident, he was assigned the 1400-2200 shift. He came in 1330 worked in the office
then went to the tower cab about 1600 and stated that it began to snow “a little”. He
couldn’t recall the accumulation.

He described the traffic as “moderate”; they were landing runway 31C and departing
runway 4R. The decision to use that runway configuration was made by the previous
supervisor but it seemed to be logical because of the possibility of the decreasing
visibility and moving the most aircraft. He said that it seemed the best setup.

All the tower equipment was working.

Mr. Julius didn’t recall any flightcrews declining the approach to runway 31C.
Weather conditions and traffic determine the runway configuration.

He didn’t recall the arrival rate.

He arranged a gap to get plows on the runway. Braking action reports or friction tests are
done regularly. City Operations keep a log of when these are accomplished. City
Operations advises him if the friction test numbers are going down (mu meter) or if pilots
report tf}g decreasing braking action and they may express concerns on how they will
operate.

He first recalled SWA1248 when the aircraft was 10 miles out. He stated that it seemed
like a normal approach based on observations he made using the BRITE. Discussed
making another gap after 1 or 2 aircraft behind it landed. Seemed like a normal
approach. The BRITE was set on 20 miles. He never saw aircraft itself.

After SWA1248 landed, the localizer “went into alarm” (which is an audible alert and a
red light).

He heard the local controller question SWA1248 about its whereabouts. The controller
said that the aircraft went off the runway and he activated the crash phone less than 30
seconds after he was notified. The vehicles came out on taxiway P and up runway 31C.
He lost sight of the vehicles between runways 4L and 4R. He saw the Gulfstream
(N603KF) land and did not see that aircraft around the same area.

He did not monitor any frequencies.

Runway lights were at the highest intensity.

City operations advised that the aircraft left the field. They were closer to the accident

13 See Survival Factors Factual Report for this information.
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site so they found the airplane first. Because of the accident, he decided to close the
airport.

Mr. Julius determines the best runway configuration to accommodate the users based on
weather and the arrival rate. They find the runway most aligned with the wind. ORD
traffic is taken in consideration when 13C is requested. It impacts ORD traffic by
reducing their arrival rate from 100 to 70 aircraft per hour. C90 does not override the
runway configuration decision. “If we need it, we get it.”

The 4R/31C configuration is not common but it’s not uncommon either. They use the
crossing runway configuration periodically.

Use they runway most aligned with the wind. That night runway 4 was most aligned
with the wind but the RVR (5000 feet) was not as good as the runway 31C (4000 feet).

There is no runway use program.

Tailwind component threshold: typically at or about 10 knots, tailwind/quartering
tailwind (more than 90 degrees) and that threshold was learned from his past experience
at the airport.

He stated that the wind was 090/9 at the time of the accident. When asked, “Does the
runway condition change your thoughts on runway configuration?” he stated that
thunderstorms or snow would and if they “had the ability” to use another runway, they
would have. They didn’t have the RVR on another runway. They have to balance wind
and RVR and make a decision. He looks at trends to determine if a different runway
would be beneficial.

Many departures didn’t want to use runway 31C because of the wind and weather.

Could not see aircraft on the runway end. He only knew their position from their
position report. When asked if he would change the runway configuration because pilots
were using full length he stated that he asks controllers and controllers would advise him
if pilots did use full length. Not sure if it occurred that night.

City Operations plowed many times that evening. He said the last time was about 30-45
minutes prior to the arrival of SWA1248.

Height of the tower is about 137 feet.
RVR was passed to arrival aircraft all evening.
He wasn’t monitoring the LC per se because he was watching the entire operation. He

was watching aircraft crossing the intersections, vehicles stopping when they said they
would.
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Typically, City Operations would call the supervisor who would coordinate with C90 to
build a gap to allow plows on the runway.

He started using runway 4R because for departures because spacing on runway 31C
wouldn’t allow departures also.

There is no traffic management unit at MDW.
Mike Dreger (Mark Tomicich, Representative) GC1, responsible for aircraft
Bob Mischke (Ron Adamski, Representative), GC2, responsible for vehicle operations

Mr. Dreger and Mr. Mischke were interviewed by the ATC Group together on December
10, 2005, to explain snow removal operations from the tower perspective.

Mr. Dreger had been assigned to MDW ATCT since 1987. Mr. Mischke was first
assigned to MDW in 1979 when he worked at MDW for 1.5 years before transferring to
C90. He returned in 2002.

Neither recalled seeing SWA 1248 arrival or landing.

Mr. Dreger stated snowplow equipment was holding in northwest corner. The snow plow
operator stated that they were waiting for their relief and wouldn’t be doing another run.
Brooms were in southeast corner, getting cleaned.

CIC is involved in coordinating break in traffic to clear runway.

City advises of need to clean runway, except when braking actions reports are poor, then
ATC advises them.

Coordinate with City only in respect to get word on runway being clear.

City doesn’t monitor FAA frequencies, just their own.

The GC1 controller stated that brooms swept the runway prior to him signing on position,
but he was not sure how long prior. He stated that there are 3 teams involved: Broom
Team, Plow Team, and Deice Team but usually the Sweep and Deice teams work

together.

They never observed the glideslope antenna being cleaned.
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9. FAA Order 7110.65P, Air Traffic Control
This order, effective February 19, 2004, prescribes air traffic control procedures and
phraseology for use by personnel providing air traffic control services. Controllers are
required to be familiar with the provisions of this order that pertain to their operational
responsibilities and to exercise their best judgment if they encounter situations not
covered by it.

Pilot/Controller Glossary

Runway Visual Range (RVR) - An instrumentally derived value, based on
standard calibrations, that represents the horizontal distance a pilot will see down
the runway from the approach end. It is based on the sighting of either high
intensity runway lights or on the visual contrast of other targets whichever yields
the greater visual range. RVR, in contrast to prevailing or runway visibility, is
based on what a pilot in a moving aircraft should see looking down the runway.
RVR is horizontal visual range, not slant visual range. It is based on the
measurement of a transmissometer made near the touchdown point of the
instrument runway and is reported in hundreds of feet. RVR is used in lieu of RVV
and/or prevailing visibility in determining minimums for a particular runway.

1. Touchdown RVR - The RVR visibility readout values obtained from RVR
equipment serving the runway touchdown zone.

2. Mid-RVR - The RVR readout values obtained from RVR equipment located
midfield of the runway.

3. Rollout RVR - The RVR readout values obtained from RVR equipment located
nearest the rollout end of the runway.

Chapter 2, General Control, Section 8, Runway Visibility Reporting- Terminal
2-8-1. FURNISH RVR/RVV VALUES

Where RVR or RVV equipment is operational, irrespective of subsequent
operation or nonoperation of navigational or visual aids for the application of
RVR/RVV as a takeoff or landing minima, furnish the values for the runway in use
in accordance with para 2-8-3, Terminology.

2-8-3. TERMINOLOGY

a. Provide RVR/RVV information by stating the runway, the abbreviation
RVR/RVV, and the indicated value. When issued along with other weather
elements, transmit these values in the normal sequence used for weather reporting.
EXAMPLE-

"Runway One Four RVR Two Thousand Four Hundred."

"Runway Three Two RVV Three Quarters."

b. When two or more RVR systems serve the runway in use, report the indicated
values for the different systems in terms of touchdown, mid, and rollout as
appropriate.

EXAMPLE-
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"Runway Two Two Left RVR Two Thousand, rollout One Thousand Eight
Hundred."”
"Runway Two Seven Right RVR One Thousand, mid Eight Hundred, rollout Six
Hundred."

c. When there is a requirement to issue an RVR or RVV value and a visibility
condition greater or less than the reportable values of the equipment is indicated,
state the condition as "MORE THAN" or "LESS THAN" the appropriate minimum
or maximum readable value.

EXAMPLE-
"Runway Three Six RVR more than Six Thousand."
"Runway Niner RVR One Thousand, rollout less than Six Hundred."

d. When a readout indicates a rapidly varying visibility condition (1,000 feet or
more for RVR; one or more reportable values for RVV), report the current value
followed by the range of visibility variance.

EXAMPLE-

"Runway Two Four RVR Two Thousand, variable One Thousand Six Hundred to
Three Thousand."

"Runway Three One RVV Three-quarters, variable One-quarter to One."
REFERENCE-

FAAO 7110.65, Furnish RVR/RVV Values, Para 2-8-1.

Section 9. Automatic Terminal Information Service Procedures

2-9-1. APPLICATION
Use the ATIS, where available, to provide advance noncontrol airport/terminal
area and meteorological information to aircraft.

a. ldentify each ATIS message by a phonetic letter code word at both the
beginning and the end of the message. Automated systems will have the phonetic
letter code automatically appended. Exceptions may be made where omissions are
required because of special programs or equipment.

2-9-2. OPERATING PROCEDURES

Maintain an ATIS message that reflects the most current arrival and departure
information.

a. Make a new recording when any of the following occur:

1. Upon receipt of any new official weather regardless of whether
there is or is not a change in values.

2. When runway braking action reports are received that indicate
runway braking is worse than that which is included in the current ATIS broadcast.

3. When there is a change in any other pertinent data, such as
runway change, instrument approach in use, new or canceled

NOTAMS/PIREPS/HIWAS update, etc.

b. When a pilot acknowledges that he/she has received the ATIS broadcast,
controllers may omit those items contained in the broadcasts if they are current.
Rapidly changing conditions will be issued by ATC, and the ATIS will contain the
following:
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EXAMPLE-

"Latest ceiling/visibility/altimeter/wind/(other conditions) will be issued by
approach control/tower."

c. Broadcast on all appropriate frequencies to advise aircraft of a change in the
ATIS code/message.

d. Controllers shall ensure that pilots receive the most current pertinent
information. Ask the pilot to confirm receipt of the current ATIS information if the
pilot does not initially state the appropriate ATIS code. Controllers shall ensure
that changes to pertinent operational information is provided after the initial
confirmation of ATIS information is established. Issue the current weather, runway
in use, approach information, and pertinent NOTAM s to pilots who are unable to
receive the ATIS.

EXAMPLE-

"Verify you have information ALPHA."

"Information BRAVO now current, visibility three miles."

"Information CHARLIE now current, Ceiling 1500 Broken."
"Information CHARLIE now current, advise when you have CHARLIE."

2-9-3. CONTENT

Include the following in ATIS broadcast as appropriate:

a. Airport/facility name, phonetic letter code, time of weather sequence (UTC).

Weather information consisting of wind direction and velocity, visibility,
obstructions to vision, present weather, sky condition, temperature, dew point,
altimeter, a density altitude advisory when appropriate and other pertinent remarks
included in the official weather observation. Wind direction, velocity, and
altimeter shall be reported from certified direct reading instruments. Temperature
and dew point should be reported from certified direct reading sensors when
available. Always include weather observation remarks of lightning,
cumulonimbus, and towering cumulus clouds.
NOTE-
ASOS/AWOS is to be considered the primary source of wind direction, velocity,
and altimeter data for weather observation purposes at those locations that are so
equipped. The ASOS Operator Interface Device (OID) displays the magnetic wind
as "MAG WND" in the auxiliary data location in the lower left-hand portion of the
screen. Other OID displayed winds are true and are not to be used for operational
purposes.

d. Instrument/visual approach/s in use. Specify landing runway/s unless the
runway is that to which the instrument approach is made.

e. Departure runway/s (to be given only if different from landing runway/s or in
the instance of a "departure only" ATIS).

f. Taxiway closures which affect the entrance or exit of active runways, other
closures which impact airport operations, other NOTAMs and PIREPSs pertinent to
operations in the terminal area. Inform pilots of where hazardous weather is
occurring and how the information may be obtained. Include available information
of known bird activity.
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g. Runway braking action or friction reports when provided. Include the time of
the report and a word describing the cause of the runway friction problem.
PHRASEOLOGY-

RUNWAY (number) MU (first value, second value, third value) AT (time),
(cause).

EXAMPLE-

"Runway Two Seven, MU forty-two, forty-one, twenty-eight at one zero one eight
Zulu, ice."

J. A statement which advises the pilot to read back instructions to hold short of a
runway. The air traffic manager may elect to remove this requirement 60 days after
implementation provided that removing the statement from the ATIS does not
result in increased requests from aircraft for read back of hold short instructions.

k. Instructions for the pilot to acknowledge receipt of the ATIS message by
informing the controller on initial contact.

Pilot/Controller Glossary

BRAKING ACTION ADVISORIES - When tower controllers have received
runway braking action reports which include the terms "poor” or "nil," or
whenever weather conditions are conducive to deteriorating or rapidly changing
runway braking conditions, the tower will include on the ATIS broadcast the
statement, "BRAKING ACTION ADVISORIES ARE IN EFFECT." During the
time Braking Action Advisories are in effect, ATC will issue the latest braking
action report for the runway in use to each arriving and departing aircraft. Pilots
should be prepared for deteriorating braking conditions and should request current
runway condition information if not volunteered by controllers. Pilots should also
be prepared to provide a descriptive runway condition report to controllers after
landing.

Chapter 3, Airport Traffic Control, Section 3, Airport Conditions

3-3-4. BRAKING ACTION

Furnish quality of braking action, as received from pilots or the airport
management, to all aircraft as follows:

a. Describe the quality of braking action using the terms "good," "fair," "poor,"
"nil," or a combination of these terms. If the pilot or airport management reports
braking action in other than the foregoing terms, ask him/her to categorize braking
action in these terms.

NOTE-

The term "nil" is used to indicate bad or no braking action.

b. Include type of aircraft or vehicle from which the report is received.
EXAMPLE-

"Braking action fair to poor, reported by a heavy D-C Ten."
"Braking action poor, reported by a Boeing Seven Twenty-Seven."

c. If the braking action report affects only a portion of a runway, obtain enough
information from the pilot or airport management to describe the braking action in
terms easily understood by the pilot.

EXAMPLE-
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"Braking action poor first half of runway, reported by a Lockheed Ten Eleven."
"Braking action poor beyond the intersection of runway two seven, reported by a
Boeing Seven Twenty-Seven."

NOTE-

Descriptive terms, such as the first or the last half of the runway, should normally
be used rather than landmark descriptions, such as opposite the fire station, south
of a taxiway, etc. Landmarks extraneous to the landing runway are difficult to
distinguish during low visibility, at night, or anytime a pilot is busy landing an
aircraft.

d. Furnish runway friction measurement readings/values as received from airport
management to aircraft as follows:

1. Furnish information as received from the airport management to
pilots on the ATIS at locations where friction measuring devices, such as MU-
Meter, Saab Friction Tester (SFT), and Skiddometer are in use only when the MU
values are 40 or less. Use the runway followed by the MU number for each of the
three runway segments, time of report, and a word describing the cause of the
runway friction problem. Do not issue MU values when all three segments of the
runway have values reported greater than 40.

EXAMPLE-
"Runway two seven, MU forty-two, forty-one, twenty-eight at one zero one eight
Zulu, ice."

3-3-5. BRAKING ACTION ADVISORIES

a. When runway braking action reports are received from pilots or the airport
management which include the terms "poor" or "nil" or whenever weather
conditions are conducive to deteriorating or rapidly changing runway conditions,
include on the ATIS broadcast the statement "Braking Action Advisories are in
effect.”

REFERENCE-

FAAO 7210.3, Automatic Terminal Information Service (ATIS), Para 10-4-1.

b. During the time Braking Action Advisories are in effect, take the following
action:

1. Issue the latest braking action report for the runway in use to each
arriving and departing aircraft early enough to be of benefit to the pilot. When
possible, include reports from heavy jet aircraft when the arriving or departing
aircraft is a heavy jet.

2. If no report has been received for the runway of intended use,
issue an advisory to that effect.

PHRASEOLOGY-
NO BRAKING ACTION REPORTS RECEIVED FOR RUNWAY (runway
number).

3. Advise the airport management that runway braking action reports
of "poor™ or "nil" have been received.

REFERENCE-
FAAO 7210.3, Letters of Agreement, Para 4-3-1.
4. Solicit PIREPs of runway braking action.
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REFERENCE-
FAAO 7110.65, PIREP Information, Para 2-6-3.

c. Include runway friction measurement/values received from airport management
on the ATIS. Furnish the information when requested by the pilot in accordance
with para 3-3-4, Braking Action.

REFERENCE-

FAAO 7110.65, Content, Para 2-9-3.

FAAO 7110.65, Departure Information, Para 3-9-1.
FAAO 7110.65, Landing Information, Para 3-10-1.
FAAO 7110.65, Airport Conditions, Para 4-7-12.

Section 10. Arrival Procedures and Separation

3-10-1. LANDING INFORMATION

Provide current landing information, as appropriate, to arriving aircraft. Landing
information contained in the ATIS broadcast may be omitted if the pilot states the
appropriate ATIS code. Runway, wind, and altimeter may be omitted if a pilot uses
the phrase "have numbers." Issue landing information by including the following:
NOTE-

Pilot use of "have numbers™ does not indicate receipt of the ATIS broadcast.

a. Specific traffic pattern information (may be omitted if the aircraft is to circle

the airport to the left).

PHRASEOLOGY-

ENTER LEFT/RIGHT BASE.
STRAIGHT-IN.

MAKE STRAIGHT-IN.

STRAIGHT-IN APPROVED.

RIGHT TRAFFIC.

MAKE RIGHT TRAFFIC.

RIGHT TRAFFIC APPROVED. CONTINUE.

b. Runway in use.

c. Surface wind.

d. Altimeter setting.

REFERENCE-
FAAO 7110.65, Current Settings, Para 2-7-1.

e. Any supplementary information.

f. Clearance to land.

g. Requests for additional position reports. Use prominent geographical fixes
which can be easily recognized from the air, preferably those depicted on sectional
charts. This does not preclude the use of the legs of the traffic pattern as reporting
points.

NOTE-

At some locations, VFR checkpoints are depicted on sectional aeronautical and
terminal area charts. In selecting geographical fixes, depicted VFR checkpoints are
preferred unless the pilot exhibits a familiarity with the local area.

h. Ceiling and visibility if either is below basic VFR minima.

{New-2004-12 3-10-1i Revised February 19, 2004}
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i. Low level wind shear or microburst advisories when available.
{New-2004-19 Reference Revised August 5, 2004}
REFERENCE-
FAAO 7110.65, Low Level Wind Shear/Microburst Advisories, Para 3-1-8.

J. Issue braking action for the runway in use as received from pilots or the airport
management when Braking Action Advisories are in effect.
REFERENCE-
FAAO 7110.65, Braking Action Advisories, Para 3-3-5.

3-10-3. SAME RUNWAY SEPARATION

a. Separate an arriving aircraft from another aircraft using the same runway by
ensuring that the arriving aircraft does not cross the landing threshold until one of
the following conditions exists or unless authorized in para 3-10-10, Altitude
Restricted Low Approach.

1. The other aircraft has landed and is clear of the runway. Between
sunrise and sunset, if you can determine distances by reference to
suitable landmarks and the other aircraft has landed, it need not be
clear of the runway if the following minimum distance from the
landing threshold exists.

Chapter 4. IFR

Section 8. Approach Clearance Procedures

4-8-1. APPROACH CLEARANCE

a. Clear aircraft for "standard™ or "special™ instrument approach procedures only.
To require an aircraft to execute a particular instrument approach procedure,
specify in the approach clearance the name of the approach as published on the
approach chart. Where more than one procedure is published on a single chart and
a specific procedure is to be flown, amend the approach clearance to specify
execution of the specific approach to be flown. If only one instrument approach of
a particular type is published, the approach needs not be identified by the runway
reference. An aircraft conducting an ILS/MLS approach when the
glideslope/glidepath is reported out of service shall be advised at the time an
approach clearance is issued. Standard Instrument Approach Procedures shall
commence at an Initial Approach Fix or an Intermediate Approach Fix if there is
not an Initial Approach Fix. Where adequate radar coverage exists, radar facilities
may vector aircraft to the final approach course in accordance with para 5-9-1,
Vectors to Final Approach Course.

PHRASEOLOGY-

CLEARED (type) APPROACH.

(For a straight-in-approach- IFR),

CLEARED STRAIGHT-IN (type) APPROACH.

(To authorize a pilot to execute his/her choice of instrument approach),
CLEARED APPROACH.

(Where more than one procedure is published on a single chart and a specific
procedure is to be flown),

CLEARED (specific procedure to be flown) APPROACH.
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(To authorize a pilot to execute an ILS/MLS approach when the
glideslope/glidepath is out of service),

CLEARED (type) APPROACH, GLIDESLOPE/GLIDEPATH UNUSABLE.
EXAMPLE-

"Cleared Approach.”

"Cleared V-O-R Approach.”

"Cleared V-O-R Runway Three Six Approach."

"Cleared F-M-S Approach."

"Cleared F-M-S Runway Three Six Approach."

"Cleared I-L-S Approach.”

"Cleared Localizer Back Course Runway One Three Approach.”

"Cleared R-NAV Runway Two Two Approach."

"Cleared GPS Runway Two Approach."

"Cleared BRANCH ONE R-NAV Arrival and R-NAV Runway One Three
Approach.”

"Cleared I-L-S Runway Three Six Approach, glideslope unusable."

"Cleared M-L-S Approach."

"Cleared M-L-S Runway Three Six Approach."

"Cleared M-L-S Runway Three Six Approach, glidepath unusable."

NOTE-

1. Clearances authorizing instrument approaches are issued on the basis that, if
visual contact with the ground is made before the approach is completed, the
entire approach procedure will be followed unless the pilot receives approval for a
contact approach, is cleared for a visual approach, or cancels their IFR flight plan.
2. Approach clearances are issued based on known traffic. The receipt of an
approach clearance does not relieve the pilot of his/her responsibility to comply
with applicable Parts of Title 14 of the Code of Federal Regulations and the
notations on instrument approach charts which levy on the pilot the responsibility
to comply with or act on an instruction; e.g., "Straight-in minima not authorized at
night,” "Procedure not authorized when glideslope/glidepath not used,” "Use of
procedure limited to aircraft authorized to use airport,” or "Procedure not
authorized at night."”

3. The name of the approach, as published, is used to identify the approach, even
though a component of the approach aid, other than the localizer on an ILS or the
azimuth on an MLS is inoperative. Where more than one procedure to the same
runway is published on a single chart, each must adhere to all final approach
guidance contained on that chart, even though each procedure will be treated as a
separate entity when authorized by ATC. For example, Instrument Approach
Procedures published on a chart as either HI-VOR/DME or TACAN 1 would be
stated as either "HI V-O-R/ D-M-E 1 Runway Six Left Approach” or "HI TACAN
1 Runway Six Left Approach." The use of numerical identifiers in the approach
name, or alphabetical identifiers with a letter from the end of the alphabet; e.g., X,
Y, Z, such as "HI TACAN 1 Rwy 6L or HI TACAN 2 Rwy 6L," or "RNAV
(GPS) Z Rwy 04 or RNAV (GPS) Y Rwy 04," denotes multiple straight-in
approaches to the same runway that use the same approach aid. Alphabetical
suffixes with a letter from the beginning of the alphabet; e.g., A, B, C, denote a
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procedure that does not meet the criteria for straight-in landing minimums
authorization.

4. 14 CFR Section 91.175(j) requires a pilot to receive a clearance for a procedure
turn when vectored to a final approach fix or position, conducting a timed
approach, or when the procedure specifies "NO PT."

5. An aircraft which has been cleared to a holding fix and prior to reaching that fix
is issued a clearance for an approach, but not issued a revised routing; i.e.,
"proceed direct to. . ." may be expected to proceed via the last assigned route, a
feeder route (if one is published on the approach chart), and then to commence the
approach as published. If, by following the route of flight to the holding fix, the
aircraft would overfly an IAF or the fix associated with the beginning of a feeder
route to be used, the aircraft is expected to commence the approach using the
published feeder route to the IAF or from the IAF as appropriate; i.e., the aircraft
would not be expected to overfly and return to the IAF or feeder route.

6. Approach name items contained within parenthesis; e.g., RNAV (GPS) Rwy
04, are not included in approach clearance phraseology.

REFERENCE-

FAAO 8260.3, United States Standard for Terminal Instrument Procedures
(TERPS).
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9. Controllers’ Statements

PERSONNEL STATEMENT
FEDERAL AVIATION ADMINISTRATION
CHICAGO MIDWAY AIRPORT TRAFFIC CONTROL TOWER

ACTION: Complete in accordance with EAA Order 8020.11, Paragraph 75 Personnel
Statements.

BACKGROUND: Much of the information concerning the circumstances surrounding
this accident can be retrieved via some type of recorded data source. However, some
of the facts concerning what you saw what and what you did may not have been
completely captured. The purpose of this statement is to provide any facts within your
personal knowledge that you believe will provide a.more complete understanding of the
circumstances surrounding this accident. Therefore, speculations, hearsay, opinions,
conclusions, and/or extraneous data are not to be included in this statement.
Additionally, this statement may be released to the public through FOIA or litigation
activities including pretrial discovery, depositions, and actual court testimony.

INSTRUCTIONS: This statement s to be printed and signed by you, and your
signature below certifies the accuracy of this statement. It will neither be edited nor
typed and, once signed, will constitute your original statement.
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PERSONNEL STATEMENT
FEDERAL AVIATION ADMINISTRATION
CHICAGO MIDWAY AIRPORT TRAFFIC CONTROL TOWER

ACTION: Complete in accordance with FAA Order 8020.11, Paragraph 75 Personnel
Statements.

BACKGROUND: Much of the information concerning the circumstances surrounding
this accident can be retrieved via some type of recorded data source. However, some
of the facts concerning what you saw what and what you did may not have been
completely captured. The purpose of this statement is to provide any facts within your
personal knowledge that you believe will provide a more complete understanding of the
circumstances surrounding this accident. Therefore, speculations, hearsay, opinions,
conclusions, and/or extraneous data are not to be included in this statement.
Additionally, this statement may be released to the public through FOIA or litigation
activities including pretrial discovery, depositions, and actual court testimony.

INSTRUCTIONS: This statement is to be printed and signed by you, and your
signature below certifies the accuracy of this statement. It will neither be edited nor
typed and, once signed, will constitute your original statement.

This statement concerns the accident involving _ 903 A 1248

On YDec. 05 at o1z 2 (UTC). My nameis Mibke Diecer (FD).
| am employed as an air traffic control specialist by the FAA at the Chicago
Midway Airport Traffic Control Tower. | was working the GCA position
from GOV 8 o124 (UTC).

Text of Statement: Ccevs e¥e)
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PERSONNEL STATEMENT
FEDERAL AVIATION ADMINISTRATION
CHICAGO MIDWAY AIRPORT TRAFFIC CONTROL TOWER

ACTION: Complete in accordance with FAA Order 8020.11, Paragraph 75 Personnel
Statements.

BACKGROUND: Much of the information concerning the circumstances surrounding
this accident can be retrieved via some type of recorded data source. However, some
of the facts concerning what you saw what and what you did may not have been
completely captured. The purpose of this statement is to provide any facts within your
personal knowiedge that you believe will provide a more complete understanding of the
circumstances surrounding this accident. Therefore, speculations, hearsay, opinions,
conclusions, and/or extraneous data are not to be included in this statement.
Additionally, this statement may be released to the public through FOIA or litigation
activities including pretrial discovery, depositions, and actual court testimony.

INSTRUCTIONS: This statement is to be printed and signed by you, and your
signature below certifies the accuracy of this statement. It will neither be edited nor
typed and, once signed, will constitute your original statement.

This statement concerns the accident involving SL\& 9 3)
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from gtot [ oiSY (UTC).

Text of Statement:
wonrla ~
or 1Y) FV“? %

N o= . 1 [2
L ALC Fanllic e Len Scer \ |
ﬂw{vﬂ / (2 4/& /%//?C-x /nﬁf‘ﬂ /;/(Q )Lé‘_ﬂf"b—g

6 C 2 AL i %L/’CS’A)*C)N S ,/L-J‘(/“
ﬂ/l/'/!/%/%? LS CfeA oF 42t Lzbriel€

75 Apparss & pyun S2a

L My .

Npchol@. = ot
L('/ %7 ﬁ/ti /S 9 f/'vﬁ /g/v‘Q J 1[ /./L/f_/i/pvm] / |
e %/; + oo /’»}A//fvgc 45§ A F A

T St I

2 +7 ML - gl D ‘ -
/ /’7‘/&? 7 / /,. Lo é{ ) /1/ f\?«/ § /, / ')/ ?//Q N
_Signature : Date

AccidentState.doc

27



10. Braking Action Letter of Agreement

CHICAGO MIDWAY ATCT AND
CITY OF CHICAGO DEPARTMENT OF AVIATION

LETTER OF AGREEMENT

1. PURPOSE: To establish procedures to ensure the exchange of information concerning
braking action reports.

2. SCOPE: These procedures are applicable during periods when weather conditions are
conducive to deteriorating or rapidly runway conditions or when runway braking action

reports have been received from pilots or airport mnnagement which include the terms "poor” or
ml "0

3. RESPONSIBILITIES: The Midway Air Traffic Control Tower shall notify Airport
Management of significant changes in braking action as reported by pilots. ~Airport
Management shall keep the Tower informed of si ﬂ.ﬁcant changes in runway conditions,
braking action, and friction measuring device rea when available.

4. PROCEDURES:

a. When the Mldwa A1r Tmﬁ'm Control Tower receives a braking action mfoﬂ froma
pilot which is “poor” or “nil” the Airport Management via telephone or
ground control frequency. Notxﬁcauon xnclude mformanon as to aircraft tytg: runway
and time. When conditions have been reported as improved to “good” this braking
repott will also be passed.

b. During affected periods, Airport Management shall update and promptly notify
Midway Tower of mnway conditions as eather necgntams. Friction measunng

device readings shall be promptly relayed to Tower via ground control frequency
telephone. Friction measuring device rcadmgs inctude the name of the device followed by

the number for each of three runway segments, a word describing the cause of the runway
friction problem, and the time of the report.

B AT

“Air Traffic Manager, 0 Midway ATCT

J /f/”>(( "/é“é’““‘

Eommissioner of Avistion, City of Chicago
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11. National Safety and Operational Criteria for Runway Use

Programs

g

BRQER DEPARTMENT OF TRANSPORTATICN
FEDERAL AVIATION ADMINISTRATION 8400.9

11/9/81

SUBJ: NATIONAL SAFETY AND OPERATIONAL CRITERIA FOR RUNWAY USE PROGRAMS

1. PURPOSE. The purpose of this order is to provide safety and operational
criteria for runway use programs. These criteria are gpplicable to all runway use
programs developed for turbojet aircraft. This order provides parameters in the
form of safety and operational criteria which must be used in the evaluation and/or
approval of runway use programs.

2. DISTRIBUTION. This Order is distributed to selected offices in Washington and
Regional Headquarters, Mike Monroney Aeronautical Center, and FAA Technical Center:;
Air Traffic Field Offices and Facilities; General Aviation and Air Carrier District
Offices, Flight Standards District Offices, Flight Inspection District Offices,
Field Offices and Groups, Airports District Offices, and interested aviation
public.

3. BACKGRCUND.

a. FAA has responsibility to provide the public right of freedom of transit
through the navigable airspace of the United States and to regulate air commerce in
such a manner as to best promote its development. FAA also has the responsibility
for, and must maintain a detailed knowledge of, the safe operation of aircraft at
our nation's airports. A primary function of this responsibility is determining
under what conditions flight operations may be conducted without causing a
degradation of safety.

b. Under ideal conditions aircraft takeoffs and landings should be conducted
into the wind. However, other considerations such as delay and capacity problems,
runway length, available approach aids, noise abatement, and other factors may
require aircraft operations toc be conducted on runways not directly aligned into the
wind.

¢. The Aviation Noise Abatement Policy of 1976 and Order 1050.11, Noise Control

- Plans, identify airport proprietors as responsible for taking the lead in local

aviation noise control plans. Accordingly, airport proprietors may propose specific
noise abatement programs to the FAA. Order 1050.171 assigns FRA responsibilities in
relation to noise control plans. It requires the Air Traffic Service to "Provide
guidance and administer programs for aircraft noise abatement procedures. . . .7
Further, it requires that the Office of Flight Operations *Evaluate and make
decisions in conjunction with the regional offices, as appropriate, concerning
safety factors Ffor flight operaticnal procedures. . . ." The criteria in this order

Distribution: 710 (minus field facilities); Initiated By: AF0-210/AAT-320

5,6,8 (STD); A-FFS-1,2,4,7 (STD);
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8400.9 11/9/81

will be utilized by Flight Standards personnel in evaluating the safety of proposed
programs and by Air Traffic personnel in administering Formal and Informal Runway
Use Programs.

d. This order is not intended to restrict a pilot's use of the full
certificated capability of an aircraft. This order also does not limit a pilot in
the use of instrument approach procedures or any other such factors. Applicable
FAR's, flight and operations manuals and advisory material address the necessary
safety aspects of aircraft operaticns for pilots and aircraft operators.

4, EFFECTIVE DATE. January 1, 1982,
5. DEFINITIONS.

a. Runway Use Programs. A noise abatement runway selection plan designed to
enhance noise abatement efforts with regard to airport communities for arriving and
departing aircraft. These plans are developed into runway use programs and apply to
all turbojet aircraft 12,500 pounds or heavier; turbojet aircraft less than 12,500
pounds are included only if the airport proprietor determines that the aircraft
creates a noise problem. Runway use programs are coordinated with FAA offices as
outlined in Order 1050.11. Safety criteria used in these programs are developed by
the Office of Flight Operations. Runway use programs are administered by the Air
Traffic Service as "Formal" or "Informal" programs.

b. Formal Runway Use Program. An approved noise abatement program which is
defined and acknowledged in a Letter of Understanding between Flight Standards, Air
Traffic Service, the airport proprietor and the users. Once established,
participation in the program is mandatory for aircraft operators and pilots as
provided for in FAR Section 91.87.

¢. Informal Runway Use Program. An approved noise abatement program which does
not require a Letter of Understanding and participation in the program is voluntary
for aircraft operators/pilots.

6. RESPONSIBILITIES.

a. Terminal Facility Chiefs.

(1) Provide technical assistance upon request of the airport proprietor in
developing a runway use program.

(2) Before any runway use program is implemented, ensure coordination with,

and encourage participation in the development of the program by the airport
proprietor, the local community, and aircraft operators who regularly use the

airport.

(3) Forward the completed runway use program to the Regional Air Traffic
Division for review, further intra-agency coordination, and approval.

Page 2 Par 3
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11/9/81 3400.9

b. Regional Air Traffic Division.

(1) Review and coordinate all runway use programs with the regional Flight
Standards and Airports Divisions, and the appropriate office for environmental/noise
matters. When necessary as outlined in paragraph 8 of this order, or if concurrence
cannot be reached within the region, forward the program with comments to the Air
Traffic Service, PAT-1, for final approval.

(2) Upon completing proper coordination, return the runway use program to
the facility with approval or disapproval and rationale.

(3) Maintain a current status of all runway use programs and periodically
review for accuracy and completeness in accordance with this directive.

c. Regional Flight Standards Division. Coordinate with the regional Air
Traffic Division on all runway use programs and review them for compliance with the
criteria in this order. If the program is within the criteria of this order, return
it to the Air Traffic Division with concurrence and supporting rationale. If it is
not within the criteria in this order, return it to the Air Traffic Division with
nonconcurrence and rationale. If a waiver is requested in accordance with
paragraph 8, perform a safety analysis to evaluate the proposed alternate criteria
and return the program to the Air Traffic Division with concurrence or
nonconcurrence, recommendations, and supporting rationale (see Appendix 2).

7. OPERATIONAL SAFETY CRITERIA FOR RUNWAY USE PROGRAMS. Except as provided for in
paragraph 8, the following criteria shall be applied to all runway use programs:

a. Wind Shear or Thunderstorms. There should be no significant wind shear or
thunderstorms which affect the use of the selected runway(s) such as:

(1) That reported by an operating Low Level Wind Shear Alert System
(LIWSAS), or

(2) Pilot report (PIREP) of wind shear, or

(3) No thunderstorms on the initial takeoff departure path or final
approach path (within 5 nm) of the selected runway(s).

b. Visibility. In order to utilize landing runways associated with a runway
use program, the reported visibility shall not be less than one statute mile (runway
visual ranage [RVR] 5000).

Cc. Runway Braking Effectiveness. There should be no snow, slush, ice or
standing water present or reported (other than isolated patches which do not impact
braking effectiveness) on that width of the applicable runway or stopway (overrun)
to be used. Braking effectiveness must be "good" (e.g., not "fair,” "poor," or
"nil") and no reports of hydroplaning or unusual slippery runway surfaces {(e.g., as
may occur on ungrooved new pavement or contaminated surfaces).
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d. Winds.

(1) Clear and Dry Runways.

(a) Unless a greater crosswind component is approved by the applicable
Flight Standards office considering local weather factors, facilities and
characteristics of aircraft normally using the facility, the crosswind component for
the selected runway (including gust values) must not be greater than 20 knots
(Appendix 1, Table 1).

(b) Except for (c) below, the tailwind component must not be greater
than 5 knots (Appendix 1, Table 4).

(c) Where anemometers are installed near the touchdown zone of the
candidate runway for landings, or near the departure end for takeoffs, any tailwind
component must not be greater than 7 krots (Appendix 1, Table 3).

(2) Runways Not Clear or Not Dry.

{a) The crosswind component (including qust values) must not exceed 15
knots (Appendix 1, Table 2}, and

(b) No tailwind component may be present except the rominal range of
winds reported as calm (0-3 knots) may be considered to have no tailwind component.

{c) Unless otherwise approved by the applicable FAA Flight Standards
office based on runway available and field lengths required for aircraft normally
using the runway, the runway must be grooved or have a porous friction course
surface.

e. Other Safety Factors. Factors peculiar to a specific airport must also be
considered to the extent that they have been identified. These factors may include:
runway length, runway gradient, aircraft type and performance characteristics,
approach aids, etc.

8. WAIVERS. When necessary to accommodate unique site-specific situations,
requests for waivers to the criteria contained in this order shall be submitted with
justification, a safety analysis, and supporting data to AAT-1 who shall coordinate
with AFO-1 for concurrence before granting final approval.
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9. APPLICABILITY.

a. This order applies to FAR personnel who may be called upon to advise,
evaluate, or coordinate on specific noise abatement plans for runway use Drograms
for particular airports.

b. This order does not require development or use of a runway use program where
such a program has not been used or is not needed.

//’W"""
J. Lynn Helms
Administrator

Par 9 Page 5 (and 6)
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Appendix 1

APPENDIX 1. TABLE OF MAXIMUM WIND VALUES

The following table illustrates the maximum components for wind directions
in 10-degree increments relative to a runway. No headwind component
limitation is stated because strong headwinds would dictate use of a runway
aligned into the wind due to the crosswind limitation. Velocity values are
rounded down to the nearest whole number.

CROSSWIND CCMPONENT TABLE 1

(DRY RUNWAY)

Wind Angle (Degrees)

From Runway Heading Wind Velocity (Xnots)
10 114
20 58
30 40
40 31
45 28
50 26
60 23
70 21
80 20
90 20

CROSSWIND COMPONENT TABLE 2
{RUNWAY NCT DRY)

Wind Angle (Degrees)

From Runway Heading Wind Velocity (Knots)
10 86
20 44
30 30
40 23
45 21
50 19
60 17
70 16
80 15
90 15

Page 1
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Appendix 1

TAIIWIND COMPONENT TABLE 3
(WITH ANEMOMETERS)

DRY RUNWAY

Wind Angle (Degrees)

From Runway Heading wind Velocity (Knots)
100 20
110 20
120 14
130 10
135 9
140 9
150 . 8
160 7
170 7
180 7

TAILWIND COMPONENT TABLE 4
(WITHOUT ANEMOMETERS)

DRY RUNWAY

Wind Angle (Degrees)

From Runway Heading Wind Velocity ({(Knots)
100 20
110 14
120 10
130 7
135 7
140 6
150 5
160 5
170 5
180 5

Page 2
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Appendix 2

APPENDIX 2. EVALUATION OF REQUESTS FOR WAIVERS

When reviewing waiver requests in accordance with paragraph 8 of the order, Flight
Standards personnel must consider the operational impact of the following factors
when providing a safety analysis to support alternate criteria:

a.

b.

C.

Are there significant occurrences of wind shear or thunderstorms?
Is a low level wind shear alert system (LLWSAS) installed?

Do runways significantly exceed critical field length for aircraft commonly

using the airport?

d. Are runways grooved or do they have a porous friction course surface?

e. Are precision approach aids available to these runways?

f. Is a VASI present if these runways require a nonprecision approach?

g. Are 2 transmissometers installed?

h. Is runway slope a factor? If so, does it impact aircraft performance?

i. Is Maximum Brake Energy Vypp @ factor? If so, does it impact aircraft
performance?

Page 1 (and 2)
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12. Copy of the Memorandum Requesting an Amendment to ILS RWY
31C at MDW, dated January 29, 2004

JAN-11-2006 12:33 FROM:AUN1ZE 48595439425 TO: 82023146303 P.2716

’gmmai;
/6© //7 eofims e

@?H»a/ﬂ &~

Memorandum “.

|
-f4  18:38 Fra !-AVN-i 405 854 BAP?EB 04 26-[}31 B.ga1/001 F-;gg—[j,kj (00 Q

Q
U, Department |

of Trensportation;

Federal Aviatian
Administration

susiect - ACTIQN: Request for Amendment to Instrument Dae:  JAN 29 2004
Landing System (ILS) Runway (RWY) 31C at
Chicago Midway

From:  Manager, Flight Technologies and Procedures Reply ta
Division, AFS-400 A ot : T T

To:  Program Director, Aviation Systems Standards,
AVN-1 |

‘We have reviewed the proposed amendment for the special instrument approach
procedure for Chicage, IL Midway Airport ILS RWY 31C, along with obstacle data. The
AFS-410/420 Procedures Review Board has determined that the decision altitude can be
lowered to equate to a 204 height above touchdown. The proposed minimum visibility,
3000 runway visual range, should remain unchanged: Existing waivers will remain in
effect, unchanged ) . :

Please make the changes 1o the 8260-7, along with the original linked signatures, and to
the 8260-9 with revisions accomplished as necessary, and forward to us for approval.

Please addrcs.{ any comments to Donald Pate, AFS-420, at (405) 954-4164.
1

John W. McGraw
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JAN-11-2026 12:33 FROM: AUN12@ 4859549425

2

U.%, Department
of Trangperation

Foderal Aviation
Audministration

TO: 82023146383

P.3716

Memorandt

MIKE MONRONEY AERONAUTICAL CENTER
QUALITY AND OPERATIONS ASSURANCE BRAN
P.O. BOX 25082

OKLAHOMA CITY, OK 73125

MAR 8 1 2004

Subjeci: ACTION: Waiver Reguest Dato:
from. tanager, Quality and Operations WNY? AVN-160B
Assurance Branch, AVN=-160 Aun. ot 14D5)954=-8976
Fax: (405)954-13
Te: Janager,. Flight Technologies and
Procedures Division, AFS-400
'4RU: Manhager, Flight Procedure

Standards Branch, AFS-420

fhe attached Waiver(s) for Chicago Midway Intl, Chicago, IL

s forwarded for your review and approval.

'lease return a signed copy for our files.

8260-1 ILS Z RWY 31C (3)
ILS or LOC/DME RWY 31C,
ORIGINAL SIGRED BY

kick A. Webb
sttachments
cm: AVN-100rf,AVN-130,AVN=140,AVN-250

vile: AVN-160\Waivers (KMDW)

ORIG, CANCEL

(3)

vP:Word\420QWaiver,Chicagomidwaylntl‘Chicago,IL

LUN-160:RWebb:cdn: (405)954-6669:03/30/2004

OFFIGIAL FILE COPY

38

INITIALSSIG

RWebl ;. /

BaTE

4§i%?7
ROUTING SYMUOL
AVN-160

IN1TIAL S0

NetMig

IATE




JAN-11-2006 12:39 FROM: AUN12@ 4859543425 TO: 82023146383 P.4716

T

| FLIGHT STANDARDS USE ONLY
I

| CONTROL NO:

i

Fodoret Aviation Admirigmation FLIGHT PROCEDURES STANDARDS WAIVER

1. Flight Precedure ldentification:
Chicage. IL, Chicage Midway, ILS Z AWY 31C (speclal)

2. Walver Requlred and Applicable Standard:
To specify landing minimums 3000 RVR visibility, iower than prescribed by FAAO 8260.3B peragraph 251 b(1); paragraphs 344, 350 and
appendix $ paragraph 8.

3. Reason for Waiver (Justification for nonstandard trearmens).

There are numerous 34;1 penstrations that require the visibility to be 3/4 mile (RVR 4000). Waiver permits lower than standard landing
minlmums based on additional aircraft equipment and additional pllet tralning/proficiency. Results in fewer flight diversions or
cancellations due to inclement weather.

4. Equivalent Lavel of Safety Provided:

1. The approach is limited to use by flight crews that have received specialized training on the use of Heads-up Guid {(HQS) 8y
autoflight or autocoupler systems. The aircraft used will have HGS and/or ipler 8y itable for use on this approach
procedure. Specific flight crew training and aircraft equipage operational requl s ars d ted on the accompanying 8260-10, as
provided by Flight Standards and aftached to the procedure. The following note Is requlred on the approach procedure chart: "Special
Alrcrew and Aircraft Authorization Required.”

2. Transiton to visual acquilsition of the runway s supplemented and assured by & requirement for lighting aids and RVA to be operating
during use of the approach procedure. Tha following nate Is required on the approach procedure chart: "Lead-in Lights (LDIN), Runway
End Identifler Lights (REIL), Visual Approach Slape Indicator (VASH), High Intensity Runway Lights (HIRL) and Runway Visual Rangs (RVR)
for runway 31C must be operating.”

5. How Relocation or Additional Faciliies Will Affect Waiver Requirement.
Relocation of existing facilities, or the installation of an approved approach light system Is not feaslble due to the urban infrastructure
surrounding the alrport.

8. Coordination With User Organizations (Specify):
AVN 130

5
AVN 140 ﬁ )
AVN 1eo$ AVN 101
7. SUBMITTED BY

DATE: Cfiies Identification: Tite: SignatW

Q2/26/2004 AVYN 100 KManager has. Fredric Andersen

FAA FORM 8260 - 1/ July 2003 (computer generated)

39




JON-11-2886 12:39 FROM: AUN1Zg 4859549425 TO: 82023146309 P.5716

FLIGHT STANDARDS USE ONLY

Rt A FLIGHT PROCEDURES STANDARDS WAIVER [__ "

1. Flight Procedure identification:
Chicago, IL, Chicage Midway, ILS Z RWY 31C (special)

2. Waiver Required and Applicable Standard;
To specify landing minimutns 204 HAT, lower than prescribed by FAAO 8260.38 volume 3 paragraphs 3.4.3, 8.5.3.

3. Reason for Walver (Justification for nonstandard treasmers):

Due to final approach "W* and "X* surface penetrations the minimum HAT should be 250 feet. This waiver permits lower than standard

landing minimums based on additional aircraft equipment and additional pitot training/proficiency. Results in tewer flight diversions or
ancellations due to incl ther.

4. Equivalent Level of Safety Provided:

1. The approach procedure is limited to use by flight crews that have received specialized training on the use of Heads-up Guidancs (HGS)
systems, autoflight or autocoupler systems. The alrcraft used will have HGS andlor autocoupler system suitable for use on this procedure.
Specific flight crew training and alreraft equipago opeartional requir are doc d on the panying 8260-10, as provided by
Flight Standerds and hed to the proced The following note is required on the approach procedure chart: “Special Airerew and
Aircraft Authorization Required.”

2. Transition to visual acquisition of the runway ls supplemented and assured by a requirement for lighting aids and RVR fo ise opersting
during use of the approach procedure. The foliowlng note ls required on the approach procedure chart: “Lead-in Lights (LDIN), Runway
End Identlifior Lights (REIL), Visual Approach Slope Indicator (VASE), High Intensity Runway Lights (HIRL) and Runway Visual Range (RVR)
for runway 31C must be operating.”

5. How Relocation or Addlional Facliities Will Afféct Waiver Requirement:
Relocation of existing facllities, or the Installation of an approved approach light system ls not feasible due to the urban infrastructure
surrounding the airport.

6. Coordination With User Organizations (Specify):
avi 130 D8

AVN 140 - . _ﬂ//
Avmsa%r AVN 101
7. SUBMITTED BY

DATE: Offics dentlfication: Title: Signamr%é/
02/24/2004 AVN 100 Manager 8s. Fredric Anderson

FAA FOBM 8260 - 1/ July 2003 (computer generated)
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JAN-11-2026 12:48 FROM: AUN129 4@59543425 TO: 82023146389 P.6716

FLIGHT STANDARDS USE ONLY

e Ao aation FLIGHT PROCEDURES STANDARDS WAIVER T __ "

1. Flight Procedure ldentification:
Chicago, Ik, Chicago Midway, ILS Z RWY 31C (special)

2. Walver Required and Applicable Standard:
To specify Ianding minimums 204 HAT, lower than prescribed by FAAO 8260.3B volume 3 paragraphs 3.9.1 (b) and (¢).

3. Reason for Waiver (Justification for nonstandurd treatment).

Due to missed approach section 1b and 1c penetrations the minimum HAT should be 250 feet. This walver permits lower than standard
ianding minimums basod on additional aircraft squipment and additional pllot tralning/proficiency. Results in fewer flight diversions or
caneollations due to inclement weather.

4. Equivalent Level of Safety Provided:

1. The approach procedure Is limited to use by flight crews that have received specialized training on the use of Heads-up Guldance (HGS)
systems, autoflight or autocoupler systems. The alrerait used wlil) have HGS and/or autc pler sy itable for use on this procedure.
Specific flight crew training and aircraft equipage opeartional requir are docy d on the panying 8260-10, as provided by
Flight Standards and attached to the procedure. The following note is required on the approach procedure charl: “Special Alrcrew and
Alreraft Authorization Required.”

2. Tranaition to visual scquisition of the runway is supplemented and assured by 8 requirement for lighting aids and RVR to be operating
during use of the approach procedure. The following note is requirod on the approach procedure chart: “Lead-in Lights (LDIN). Runway
End Identifier Lights (REIL), Visual Approach Slope Indicator (VASH), High Intensity Runway Lights (HIRL) and Runway Visual Range (RVR)
for runway 31C must be operating."

5. How Relocation or Additional Facilities Will Affect Walver Requirement:
Relocation of existing facilities, or the instailation of an approved approach light system Is not feasible due to the urban infrastructure
surreunding the airport. :

8. Coordlnation With User Organizations (Specify):

AVN 130 VB
avn 140 _RGlE )
AVN 180 AVN 101
]
7. SUBMITTED BY P /
DATE: Office Identification: Tltle: Signatu%/
G2/24/2004 AYHN 100 Manager as. Fredric Anderson

FAA FORM 8260 - 1/ July 2003 (computer generated)
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JAN-11-2006 12:48 FROM:AUN12@ 4859543425

. .

TO: 82023146308 P.7716

US Repartment of Tranapaortation !
Fedoral Aviatian Admin tian

FLIGHT PROCEDURES STANDARDS WAIVER

DATE:

12/20/2002

1. Flight Procedure ldentificaton: /
Chleago, I, Chicago Midway. ILS

Z Rwy 31C (Special)

2. Waiver Required and Appﬁcable

DTD 12/07/01.

Standard: /

To allow rounding down on minimum altitude used In the missed approach Instructions climbing to Peotone (EON) VORTAC, 100ft iower
than prescribed in 8260.38 Paragraph 276 (d) and AFS-420 letter on Minimum Segment Altitudes and Required Obstacle Clearance (ROC)

provided.

3. Reasen for Waiver (Jusrificarion for nonstandard treasmens).
Permlts special procedure 1o mirror currently published publie pracedure that was developed IAW 8260.3B Chapter 9. 951 ft of RO

Procedure requires speelal aireral

4. Equivalent Levs! of Safaty Provided:

1 and alrcrew certification.

NA

5. How Relocation or Additlonal Facliiles Will Affect Waiver Hequﬁrement;

AVN130 J &

AVN 180 %} .

8. Coordination With User Organizations (Spec/fy)

7. SUBMITTED BY

Office idantification:

AVN 100

Title:

tanager

Signaturs:

usseil . Jones

FAA FORM 8260- 1/ February 1995 (computer generated)
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JAN-11-2026 12:4@ FROM: AUN128 4059549425 TO: 82023146309 P.8716

Approval Recommended
8. REGIONAL ENDORSEMENT Not Recommended
Not Required
Commenta:
Date: ’ Routing Symboi: Signature:
Approval Recommended
9. AVN ENDORSEMENT Not Recormnmended
- Not Required
Commants:
Date: Routing Symbol: Slgnature:
. XK | Approved
10. AFS ACTION Digapproved
Not Required
Comments: ' ' , . N
Approved based on the equivalent level of safety provided in block 4.
This waiver is cencelled effective
concurrent with publicacion of ILS
or LOC/DME RWY 31C, ORIG
en L. Sych, Manag
N=140
X . . G A NV
Flouting Symbel: Signature: Joh . McCraw, M ger o
Flight Technologies 2nd Procedures Division

Date:
pff%{ 0T | ars-400
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: L9716
JAN-11-2086 12:4@ FROM:AUN1ZO 4959543425 TO: 82023146389 P.2

i ' L ' D’ATEI
Fraath Reian imiabesten  FLIGHT PROCEDURES STANDARDS WAIVER

12/18/2002

1. Flight Procedurs Idantification:
Chicageo, i, Chicago Midway, iLS Z Rwy 31C (Speclal)

2. Walver Required and Applicable Standard:
To aliow second stepdown fix In the Intermedlate segment, one more than prescribed by FAAD 8260.38 Paragraph 288 e (2).

3. Reason for Waiver (Jusriflcation for nonstandard treatment):
Permits special procedurs to mirror currently published public procedure that was developed [AW 8260.3B Chapter 9. Gleam INT in the
intermediate segmont I3 necessary for air traffic separation from Chicago O'Hare traffic.

4. Equivalent Level of Safety Provided:

P dure requires speclal aircraft and alrcrew certification, pliot in cormmand is Alrline Transport Pilot (ATP) rated, using airerafh squipped
with advanced navigation systems, Autopliot and/or Heads Up Guldance (HGS)

5. How Relocallon or Additional Facliiiss Will Affect Waiver Requirement:
NA N

€. Coordination With User Organlzations (Specify):
AVN 130

AVN 160 4)

7. SUBMITTED BY A ﬁ -ﬁ
Offies identification: Titla: Signature:
AVN-160 Manager Ruszeell D. Jones
FAA FORM 8260 - 1/ February 1995 {computer generated) ” [V 4
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JAN-11-2806 12:40 FROM:AUN12E

4959543425 TO: 82023146383 P.18716
Approval Recommended
8. REGIONAL ENDORSEMENT Not Recommended
Not Required
Commaenis:
Date: Routing Symbol: Signature:
Approval Recommended
9. AVN ENDORSEMENT Not Recommended
. Not Aequired
Comments:
\
Date: Routing Symbol: Signalure: \
XX approved |
10. AFS ACTION Disapptoved ]
) Not Required

O

ommeants:

Approved based on the equivalent level of safety provided in plock 4.

This wWaiver is cancelled effec:i\m
concurrent with publication of ILS
or LOC/DME RWY 31C, ORIG )

~-140

@én L. Sych, Managfr

{

Date: ) [ Routing Symbot: Signature; M !’Ianag‘é?# et
‘9/2%{ v AFS-400 Flignt Technologies and Procedures Div3ewps

=
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JAN-11-2005 12:48 FROM:AUN12E 49539549425 TO: 82023146389 P.11716

DATE:
U8 Depanimont of Transporiation 1y JHT PROCEDURES STANDARDS WAIVER

12/20/2002

1. Flight Pracédure identification:
Chlcago, IL, Chicago Midway, ILS Z Rwy 31C (Special)

2. Walver Req@ired and Applicable Standard:
To specify landing minlmums 250 HAT, lower than prescribed by FAAD 8280.36A Paragraph 20 8, 21 ¢ (1}

3. Reasen for Waiver (Jusrificarion for nonstandard treatmenz).
Permits speclal precedure 1o mirrar currently published public procedure that was developed AW 8260.3B Chapter 9.

4. Equivalent Level of Safety Provided:
Procedure requires apecial aircraft and alrerew certlflcation. Flight crows required 1o utilize Autopilot and/or Heads Up Guidance (HGS)
during the approach.

5. How Relocation or Additional Fasilities Will Affect Waiver Requirement:
N/A

8. Coordination With User Organlzations (Specifyj:

AVN 180
AYN 160 43
7. SUBMITTED BY ) )
Oflics identification: Tile: Signature:
AVN 100 Manager ssell . Jones
FAA FORM 8280 -1/ February 1995 (computer generated) | 4
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TO: 82023146389 P.12716

JAN-11-2006 12:40 FROM: AUNLZG 4959549425
T Approval Recommended
8. REGIONAL ENDORSEMENT Not Becornmended
Not Required
Commenis:
Date: Routing Symbol: Signatura:
Approval Recommended
§. AVN ENDORSEMENT Not Recornmended
Not Required
Comments:
Date: Routing Symbol: Signatura:
AA | approved
10. AFS ACTION Disapproved
Not Required
Commenis: - .
Approved based on the equivalent level of safety provided in block 4.
Thie waiver is cancelled effective
concurrent with publication of ILS
or LOC/DME RWY 31C, ORIG
Caren L. Sy(}h) Manessr
AVN-140 | T
- - .
Date: Routing Symbok: Signaturey, Jo%“ MeGraw ‘Mana‘ ge“
@ 4
b{ﬂbfaﬂ/ ~400 Flight Technologies and Procedures Divisio
v
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: .13716
JAN-11-2006 12:40 FROM: AUN1ZO 4959549425 TO: 82023146389 P.13

DATE:

Facardi Avisios Aemibarise:  FLIGHT PROCEDURES STANDARDS WAIVER

12/18/2002

1. Flight Précedure dentification:
Chicago, L, Chicago Midway, ILS Z Rwy 31C (Special)

2. Walver Required and Applicable Standard:
Yo allow sacond stepdown fix In the Intermadiate segment, one more than prescribed by FAAQ 8260,3B Paragraph 288 ¢ (2).

3. Reason for Waiver (Jusrification for nonstandard treatmens).
Permits speéial procedure to mirrer currently published public pr dure that was developed IAW 8280.3B Chapter 9. Gleam INT in the
intermed}; gmentisr y for air trafic separation from Chicage O'Hare tralfic.

4. Equivalent Level of Safety Provided:
Pracedure requires special alreraft and alrerew certification, pliot in command Is Alrline Transport Pllot {ATP) rated, using aircraft equipped
with advanced navigation systems, Autopliet end/or Heads Up Guidance (HGS)

S. How Relocation or Additional Facllities Will Aflect Waiver Requiremant;
N/A

8. Coordination Wih User Organizations (Specify).
AVN 130 %

AVN 180 #h

7. SUBMITTED BY /} % 4
Office identification: Tille: Signature;
AVN-100 Manager Russell D. Jonss
FAA FORM 8260 - 1/ February 1995 (computer generated) [ 4
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JAN-11-2006 12:48 FROM: AUN128 4059543425 TO: 82023146383

(

P.14-16

Approvel Recommended

8. REGIONAL ENDORSEMENT Not Recommended
[ [ Not Required
Comments:
Oate: Routing Syrnbol: Signature:
Approval Recommended
9. AVN ENDORSEMENT Not Recommended
A Not Required
Comments:
Date: Routing Symbol: Signature:
XX| Approved
10. AFS ACTION Disapproved
Not Required
Comments: ’
Approved based on the equivalent level of safety provided in block 4.
This walver is cancelled effective
copcurrent with publicarion of ILS
or LOC/DME RWY 31C, ORIG
Caren L. Sych, Manager
AVN~140
U
Date: Routing Symbo: Signaturg; W Manal a?\”
V/{iﬁf 0 AFS-400 Flight Technologies and Procedures Divisi
v

Fn
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JAN-11-2096 12:41 FROM:AUN1Z2O@ 48359549425 TO: 82823146389 P.15716

DATE:

Vacors e mnapai FLIGHT PROCEDURES STANDARDS WAIVER
12/20/2002

1. Flight Procedure ldentification: /
Chieage, IL, Chicage Midway, ILS Z Rwy 31C (Speclal)
2. Waiver Requlrad and Applicable Standard: /
To allow g down on minimurm altitude used In the missed approach mstructlona climbing to Peotone (EON) VORTAC, 100 lower
than prescribed ln 8260.38 Paragraph 276 (d) and AFS-420 letter on Minimum Seg Altitudes and Required Obstacle Clearaneo (ROC)

DTD 12/07/01.

3. Reason for Walver (Justification for nonstandard treatmenz),

Permits speclal procedure to mirror currently published public procedure that was developed IAW 8260.38 Chapter 8. 851 fiof ROC
provided.

4. Equivalent Level of Safety Provided:
Procedure requires speclal aircraft and alrcrew cortification.

5. How Raiocation or Additional Facilities Will Atfect Waiver Requirement:
WA

&. Coordination With User Organizations {Specify):
AVN130 D

AVHN 180 Q ]

7. SUBMITTED BY W 4
Office Identification: Title: Slgnature:
AYN 100 Hianager seell O, Jones
FAA FORM 8260 - 1/ February 1995 (computer generated) U
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JAN-11-2006 12:41 FROM:AUN1EZE 4859543425 T0: 820823146309 P. 16716
Approval Reéommended
8. REGIONAL ENDORSEMENT Not Recommended
Not Required
Comments:
Date: Routing Symbol: Signature!
Approval Alecommended
9. AVN ENDORSEMENT Not Recommended
Not Required
Comments:
Date: Routing Symbol: Slgnature:
XX | Approved
10, AFS ACTION Disapproved
Not Required
Comments: . i
Approved based on the equivalent level of safety provided in block 4.
This wailver is cancelled effective
concurrent with publicatiom of ILS
or LOC/DME RWY 31C, ORIG
Caren L. Sych, Manager
o \ﬁo
Date: Reouting Symbol: Signature: Jh !ﬁ G Ny
Lraw ger L
%9’{ 29 (GV AFS-400 Flight Technolégles 2rd Procedures Divisio

v
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13. C90 Traffic Management Unit Log Summary for December 8, 2005

_NT3E KegusT # ol - 03 - FRom: €90

LCG SUMMARY FOR 12 08 2005

TIME

2113

2114
2127

2127
2150
2202

FAC/POS ENTRY

C90/TMU  James Stephenson (AW) On duty position TMU

c90/TMU ORD B Trip 14R 22R 22L, DEP:9L 14L 22L 27L AAR: 96 ADR: 96

C90/TMU MDW 4R 4R, DEP:4L 4R 13C 31C AAR: 32 ADR: 32

c90/TMU shift forecast vmc early snow before noon s/se wind

Cc90/TMU zau east ord 2x7 mdw 1x10

Cc90/TMU ORD D/D+15/1624 OTHER:WEST VOL

C90/TMU zau west ord 2x7 pll aoa240 10 mdw 1x15

C90/TMU ORD OUT OF DELAYS

C90/TMU Julie Mirfield (JJ) On duty position TMU

C90/TMU  ORD D/D+15/1936 VOL:ARPT EAST

Cc90/TMU ORD Dept via ELX AOQOB FL310, DEPTS LANDING IN ZBW
1915-2000, VOL:ENRT SCTR,
ZOB:ZAU, RSTN:

C90/TMU ORD 14's 14L 14R, DEP:4L 4R AAR: 80 ADR: 80

C90/TMU MDW 4R 4R, DEP:4L 4R 13C 31C AAR: 24 ADR: 24

C90/TMU NORMAL WEST

C90/TMU GS ALL Acft Arriving MDW Departing ZAB/ZLC/ZFW/ZAU/ZMP/ZDV/
ZKC/ZME/ZID/Z0B/ZBW/ZTL/ZNY/ZDC with ETD’'s of 2004-2115
Total/Affected Flights 38/27

C90/TMU MDW 31C 31C, DEP:4R 221 31L 31C 31R AAR: 24 ADR: 24

C90/TMU MDW 31C 31C, DEP:4R 22L 31L 31C 31R AAR: 18 ADR: 18

c90/TMU GS ALL Acft Arriving ORD Departing ZSE/ZAB/ZLC/ZFW/ZLA/ZAU/
ZMP/ZDV/ZKC/ZME/ZID/ZMA/ ZHU/ ZIX/Z0B/ ZBW/ ZTL/ ZNY /ZDC/Z0A with
ETD’s of 2030-2130 Total/Affected Flights 101/92

C90/TMU ORD D/D-15/2032 VOL:ARPT EAST (E)

C90/TMU IMPLEMENTED GDP, DATE: 12/08/2005 AIRPORT/CENTER MDW/ZAU
SCDTFILE: 12/08/2005 ADL TIME: 12 08 2005 2059
PRGM TYPE RBSPP (10 min taxi) FOR ETA’'s: 2100 - 0359
REASON: WEATHER
FACILITIES IN PRGM: ZSE/ZAB/ZLC/ZFW/ZLA/ZAU/ZMP/ZDV/ZKC/ZIME/
ZID/ZMA/ZHU/ZJX/Z0OB/ZBW/ZTL/ZNY /ZDC/ ZOA
DELAY ASSIGNMENT MODE: FA
DELAY LIMIT: 360
ATC DELAY - TOTAL/AFFECTED 181/129 TOTAL: 21336 MAX: 223
AVG: 165 STACK: 49 STACK_AAR: 18 GA FACTOR: 0 DELAY CEILING
(MIN): 999

c90/TMU GS: traffic arriving ORD from 2030-2130, WX:SNOW/ICE
entered by ZSE

C90/TMU ORD 14‘s 141, 14R, DEP:4L 4R AAR: 60 ADR: 60

c90/TMU GS MODIFIED: GS: ALL Acft Arriving ORD Departing ZSE/ZAB/ZLC
/ZFW/ZLA/ZAU/ ZMP/ZDV/ ZKC/ZME/ ZID/ ZMA/ ZHU/ ZJX/ Z0B/ ZBW/ ZTL/ ZNY
/ZDC/ZOA with ETD's of 2109-2229 Total/Affected Flights 190/
181

C90/TMU  ORD 14's 14L 14R, DEP:4L 4R AAR: 50 ADR: 50

c90/TMU ORD REQUIRES 15-MIN GAP ON 14L FOR SNOW REMOVAL

C90/TMU IMPLEMENTED GDP, DATE: 12/08/2005 AIRPORT/CENTER ORD/ZAU

SCDTFILE: 12/08/2005 ADL TIME: 12 08 2005 2154

PRGM TYPE RBSPP (10 min taxi) FOR ETA‘s: 2139 - 0559

REASON: WEATHER

FACILITIES IN PRGM: ZSE/ZAB/ZLC/ZFW/ZLA/ZAU/ZMP/ZDV/ZKC/ZME/
ZID/ZMA/ZHU/ZJX/20B/ZBW/ZTL/ZNY/ZDC/ Z0A

DELAY ASSIGNMENT MODE: FA

DELAY LIMIT: 360

ATC DELAY - TOTAL/AFFECTED 594/397 TOTAL: 95982 MAX: 338
AVG: 242 STACK: 176 STACK_AAR: 96 GA FACTOR: 0 DELAY CEILING
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- NDBE KequesT # 06—0/3 ~ Sgopn. C40

LOG SUMMARY FOR 12 08 2005

2203
2205
2210
2252
2342
0059

0104
0106

0110

0110
0116
0133

0134

0150

0224

0224

0225

0559

Ce0/TMU
C30/TMU
C90/TMU
C80/TMU
C90/TMU
CS0/TMU

C90/TMU
C90/TMU

C90/TMU

C90/THU
C90/TMU
C90/TMU

C90/THMU

C90/TMU

C90/TMO

C90/THMU

C90/TMU

C90/TMUO

(MIN): 999

ORD 14's 14L 14R, DEP:4L 4R AAR: 45 ADR: 45

ORD GS EXTENDED to 2200 entered by ZSE

ORD D/D+30/2138 WX:SNOW/ICE

ORD D/D+45/2204 WX:SNOW/ICE

ORD D/D-45/2248 WX:SNOW/ICE

CDM WITH ATCSCC, ZAU C90 AND ORD. ORD LANDING ONE RWY ONLY
DUE TO CONGESTION AT THE AIRPORT WITH TOO MANY AIRPLANES
GOING BEYOND THETIR DEICING TIME. IT WILL CHANGE BACK AND
FORTH BETWEEN 14R AND 14L. (E)

ORD 14’s 14L 14R, DEP:4L 4R AAR: 30 ADR: 30

GS: traffic via ORD from 0103-0200, VOL:ARPT entered by
ZAU

IMPLEMENTED GDP, DATE: 12/09/2005 ATRPORT/CENTER ORD/ZAU
SCDTFILE: 12/09/2005 ADL TIME: 12 09 2005 0104

PRGM TYPE RBSPP (10 min taxi) FOR ETA’'s: 0059 - 0559

REASON: WEATHER

FACILITIES IN PRGM: ZSE/ZAB/ZLC/ZFW/ZLA/ZAU/ZMP/ZDV/ZKC/ZME/
ZID/ZMA/ZHU/ZJX/ZOB/ZBW/ZTL/ZNY /ZDC/ZOA

DELAY ASSIGNMENT MODE: FA

DELAY LIMIT: 360

ATC DELAY — TOTAL/AFFECTED 469/162 TOTAL: 38867 MAX: 448
AVG: 240 STACK: 65 STACK_AAR: 96 GA FACTOR: 0 DELAY CEILING
(MIN): 999

ORD D/D-30/0045 WX:SNOW/ICE

MDW CLSD. DISABLED AIRCRAFT

G5 ALL Acft Arriving MDW Departing ZSE/ZAB/ZLC/ZFW/ZILA/ZRU/
ZMP/ZDV/ZKC/ZME/ZID/ZMA/ZHU/ZJX/Z0B/ZBW/ ZTL/ZNY / ZDC/ZOA with
ETD's of 0104-0229 Total/Affected Flights 48/40

Until 0300 12/08 MDW CLSD DUE TO AIRCRAFT INCIDENT Fwd by
ZRU/AC/AC

GS ALL Acft Arriving ORD Departing ZSE/EZAB/ZILC/ZFW/EZLA/ZAU/
ZMP/ZDV/ZKC/ZME/2ID/ZMA/ ZHU/ ZJX/ ZOB/ ZBW/ ZTL/ ZNY /ZDC/Z0A with
ETD’s of 0124-0229 Total/Affected Flights 30/28

IMPLEMENTED GDP, DATE: 12/09/2005 AIRPORT/CENTER ORD/ZAU
SCDTFILE: 12/09/2005 ADL TIME: 12 09 2005 0204

PRGM TYPE RBSPP (10 min taxi) FOR ETA's: 0204 - 0559

REASON: WEATHER

FACILITIES IN PRGM: ZSE/ZAB/ZLC/ZFW/ZLA/ZAU/ZMP/ZDV/ZKC/ZIME/
ZID/ZMA/ZHU/ZJX/Z0OB/ZBW/ZTL/ZNY /ZDC/ZOA

DELAY ASSIGNMENT MODE: FA

DELAY LIMIT: 360

ATC DELAY - TOTAL/AFFECTED 437/124 TOTAL: 47689 MAX: 816
AVG: 385 STACK: 105 STACK_AAR: 30 GA FACTOR: 0 DELAY CEILING
(MIN): 999

GS MODIFIED: GS: ALL Acft Arriving MDW Departing ZSE/ZAB/ZLC
/ZFW/ZLA/ ZRU/ZMP/ZDV/ZKC/ZME/ ZID/ ZMA/ ZHU/ 20X/ Z0B/ ZBW/ ZTL/ ZNY
/ZDC/ZOA with ETD’'s of 0159-0330 Total/Affected Flights 46/
46

0125 12/08-0300 MDW CLSD DUE TO AIRCRAFT INCIDENT Fwd by ZAU
/AC/AC

Close of business.
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